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n 2020, we witnessed a huge change in 
the way that people travel. In London, 
usage of public transport reduced by up 

to 93% and cycling journeys increased by 
over 200%1; but has this increase in cycling 
been inclusive for all members of the 
population? How successful will 
infrastructure-led approaches be in creating 
truly inclusive cycle uptake for disabled 
groups? 

Policy review 

In July 2020, the Department for Transport 
(DfT) released Gear Change2 and LTN 1/20.3 
The aim of these documents is to offer 
Covid-19 response infrastructure guidance 
with the aim to harness increases in cycle 
uptake and ensure that cycling plays a larger 
role in the UK’s transport system going 
forward. 

For the first time, inclusive infrastructure 
featured as an underlying theme with 
infrastructure interventions specific to 
adapted cycles included. This proved a  
huge step forward for many disability 
campaigning groups. 

Do the documents go far enough in 
creating the truly inclusive cycle uptake that 
it promises? They are only guides, which 
raises the question of how we encourage 
transport practitioners to strive for desired 
infrastructure design standards that 
accommodate adapted cycles, rather than 
settling for minimum standards that are not 
inclusive for all. 

Gear Change says: ‘Cycles must be treated 
as vehicles and not as pedestrians.’ Disability 
campaigning group Wheels for Wellbeing 
found that up to 75% of disabled individuals 
use their cycle as a mobility aid.4 This 
suggests that shared paths between cycles 
and pedestrians must be used to encourage 
inclusive cycle uptake and goes against 
recommendations made in Gear Change. 

Research suggests that infrastructure alone 
is not always effective in creating inclusive 
cycle uptake.5 Both Gear Change and LTN 
1/20 have a strong infrastructure focus, with 
Covid-19 response active travel funding 
being allocated to good-quality 
infrastructure. Behaviour change 
interventions were mostly excluded from 
the documents, with no specific Covid-19 
response funding allocated to it. 

Emergency infrastructure  
interventions 

The DfT allocated £2 billion to emergency 
Covid-19 response infrastructure 
implementation in May 2020. Streetspace 
projects in London introduced 80km of 
protected cycle lanes6 and over 70 Low 
Traffic Neighbourhoods (LTNs) between 
March and September 2020.7 

Public Sector Equality Duty8 states that 
cycle infrastructure should be designed to 
accommodate the needs of disabled cyclists 
and the dimensions of non-standard cycles; 
but is this translated effectively in practice? 

Low Traffic Neighbourhoods 

Low Traffic Neighbourhoods (LTNs) are 
schemes that reduce motor vehicle traffic in 
residential streets by blocking off part of the 
road to non-residents. The aim of LTNs is to 
take the priority away from the car and give 
this to pedestrians and cyclists. In turn, this 
can have health and environmental benefits. 

Over half of cyclists suggested that they 
have cycled more since lockdown; 29% of 
these suggested that the implementation  
of LTNs during the Covid-19 pandemic 
contributed to this. Over two-thirds of 
cyclists strongly agreed that cycling in their 
local area would be made easier if the 
number of cars on the roads was reduced. 
By creating more space for cyclists, LTNs 
have helped to alter people’s perception of 
safety and increased their level of 
confidence when cycling. 

Road camber refers to the slope from the 
middle to the side of the road. When cars 
have priority on the road, cyclists generally 
position on the left hand side of the road. 
This positioning can cause balance issues 
for cycles with three or more wheel. Safer 
and flatter positioning of a tricycle in the 
middle of the traffic-free road on Idmiston 
Road in Newham was highlighted. The 
nature of certain adapted cycles means that 

Inclusive transport policy is needed to enable 
cycling accessibility for all, regardless of ability 
or disability.

I

Author Lauren James

‘By creating inclusive cycle  
infrastructure for disabled  
cyclists, you are creating  
infrastructure that is more  
inclusive for the many.’In London, cycling uptake was 

up more than 200% in 2020 
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they are often lower in height than standard 
cycles. Similar positioning in the middle of 
the road was found to enable safer turning 
at junctions to ensure that they are visible 
from cars at their lower level. 

We have seen a backlash against recent LTN 
implementation in London. The equitability 
of LTNs has been questioned – for example: 
‘With adapted bikes it can be tricky to get 
through bollards and gates, especially if the 
bike is too wide.’ Wheels for Wellbeing 
suggests a minimum of 2m between 
barriers, if they must be implemented at all. 
In practice, this has not been implemented 
on the Ash Lane LTN in Newham, with 
access restricted for tricycle cyclists. 
Problems such as this have demonstrated a 
need for more inclusive Equality Impact 
Assessments (EQIAs) specific to emergency 
infrastructure. The use of these must be 
completed for of all infrastructure before 
implementation. 

The connectivity of LTNs to the wider cycle 
network is also questioned. Difficulty re-
joining the carriageway was highlighted as a 
barrier to cycling. 

Emergency cycle lanes 

Cycle lanes are a marked area of road for 
use by cyclists. Just under half of cyclists 
suggested their increase in cycling during 
the pandemic was influenced by segregated 
cycle lanes. However, over half of cyclists 
strongly agreed that current cycle 
infrastructure was not adequate for adapted 
cycles. 

LTN 1/20 states that the minimum width of 
a cycle lane should be 1.5m. A 2m width is 
suggested as desirable. Research found that 
dimensions varied for three emergency 
cycle lanes. Only one cycle lane was the 
desired width. 

Chicane barriers have commonly been used 
to segregate cycle lanes from the road 
traffic. This segregation was found to act as 
a physical barrier to wider adapted cycles 

for cycle lanes that were not originally the 
desired width. This is inconsistent with LTN 
1/20 recommendations that state the 
implementation of barriers should be 
avoided in infrastructure. 

Over half of respondents suggested they 
had not seen emergency cycle lanes in their 
local area. This demonstrates a need to 
reflect changing travel patterns witnessed in 
2020, as people increasingly stay within 
their local area. 

Connectivity of emergency infrastructure 
from the wider cycle network was also 
problematic and highlighted in two out of 
three emergency cycle lanes. 

 

 

 

 

Behaviour change 

Cycle uptake cannot be enabled without 
behavioural interventions.9 Over two-thirds 
of cyclists suggested that access to green 
spaces in local areas would encourage an 
increase in their level of cycling. However, 
Victoria and Richmond Parks implemented 
cycling restrictions at the start of the 
pandemic. 

Over half of cyclists did not have access to a 
cycle. A quarter of these strongly agreed 
that they could have cycled more during 
lockdown if they had access to adapted 
cycles. High costs highlight the need for 
inclusive cycle rental schemes. 

Gear Change recommends cycle training 
for all. Cycle providers offer guidance to 
alter standard cycle training to adapted 
cycles, but there is currently no national 
standard specifically for adapted cycle 
training. Understanding the position and 
height of adapted cycles is critical to 
effective training. 

More needs to be done to boost the 
conversation around adapted cycling to 
influence inclusive cycle uptake. This 
includes the promotion of information on 
adapted-cycle-friendly routes, types of 
adapted cycles and the ability to find pilot 
riders for tandem cycles. 

Over half of the suggestions to encourage 
future inclusive cycle uptake were 
categorised as behavioural interventions. 
The most common suggestion was to 
provide more inclusive cycle hubs. Cycle 
hubs can host a range of behaviour change 
interventions that demonstrate their 
efficiency as an inclusive behaviour change 
intervention.
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In conclusion 

It is important that we use the Covid-19 pandemic 
as an opportunity to highlight problems in 
cycling policy. We must use lessons learnt in 
emergency infrastructure implementation and 
analyse the demographics of cycle uptake to 
make truly inclusive changes for future transport 
planning. We should aim to make cycling more 
accessible for disabled individuals to ensure that 
all members of society can stay safe and active. 
This will ultimately help cycling play a larger role 
in the transport system. 

This paper offers a timely call to action for 
transport planners using these 
recommendations: 

• Infrastructure interventions must go hand  
in hand with targeted behaviour change 
interventions 

• Specific EQIAs for temporary infrastructure, 
with increased levels of inclusivity of the  
EQIAs conducted 

• Creation of EQIAs for behaviour change 
interventions 

• Change in governance structure from national 
to local level, with a larger emphasis on grass 
roots approach to implementing and evaluating 
infrastructure implemented 

• Inclusive cycle hubs in every borough in London 

By creating inclusive cycle infrastructure for 
disabled cyclists, you are creating infrastructure 
that is more inclusive for the many.

‘We should aim to make cycling 
more accessible for disabled  
individuals to ensure that all 
members of society can stay  
safe and active.’

     Just under half of cyclists suggested their increase in cycling during 
the pandemic was influenced by segregated cycle lanes 
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